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PREFACE

The work reported herein was conducted by the Arnold Engineering Development
Center (AEDC), Air Force Systems Command (AFSC), at the request of the
Aero-Propulsion Laboratory (AFAPL), AFSC, Wright-Patterson, AFB, Ohio, under Program
Element 63202F/668A-02. The propulsion simulator was furnished by the General Electric
Company, Cincinnati, Ohio. The results were obtained by ARO, Inc. {a subsidiary of
Sverdrup & Parcel and Associates, Inc.), contract operator of AEDC, AFSC, Arnold Air
Force Station, Tennessee. The test was conducted in the Propulsion Research Area (R-2C-4)
of the Engine Test Facility (ETF) under ARO Project No. R41E-02A. The authors of
this report were J. O. Brooks and R. A. Wasson, Jr., ARO, Inc. Data reduction was
completed on December 1, 1975, and the manuscript (ARO Control No.
ARO-ETF-TR-76-21) was submitted for publication on March 2, 1976.
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1.0 INTRODUCTION

The multimission engine propulsion simulator is a 0.085-scale version of a mixed-flow,
augmented turbofan engine. The simulator is designed to simultaneously simulate corrected
compressor inlet airflow, nozzle pressure ratio, and nozzle flow function.

The primary purpose-of the engine propulsion simulator is to provide simultaneous
simulation of inlet and exhaust flow fields in a full-span, multimission, aircraft model,
thereby allowing direct determination of aircraft/propulsion system performance at angle
of attack and/or yaw for a wide range of flight conditions. When combined with an aircraft
scale model in a wind tunnel test, the engine propulsion simulator can also be used as
a tool for identification of system performance improvements before and during flight
operations (Ref. 1). Previous testing conducted at AEDC on the propulsion simulator is
reported in Refs. 2 and 3.

A test program was conducted in compliance with the General Electric furnished
test plan (Ref. 4). The test objectives were to (1) perform compressor mapping at
compressor inlet pressures of 7, 12, and 16 psia at an inlet temperature of 120°F with
both dry and reheat mixer/nozzle configurations, (2) determine the dry and reheat nozzle
entrance pressure and temperature distortion, (3Tand determine nozzle airflow and thrust
characteristics at simulated altitude/Mach numbers of .12,700/0.6, 21,400/0.8, 24,800/0.9,
34,200/1.2, and 43,700/1.5 with both mixer/nozzle configurations.

The results of the test program are presented herein. Compressor operating maps,
nozzle entrance pressure and temperature distortion, and the nozzle airflow and thrust
characteristics are presented and discussed for both the dry (nonaugmented) and reheat
(augmented) mixer/nozzle configurations. In addition, operationai experiences -and
difficulties encountered during the program are discussed.

2.0 APPARATUS
2.1 TEST ARTICLE

The multimission engine propulsion simulator (Fig. 1) is a 0.085-scale version of a.
mixed-flow, augmented turbofan engine. The simulator inlet is 3.0 in. in diameter, .and
total simulator length (with nozzle extension and reheat nozzle) is 29 in. The nominal
weight of the simulator assembly is 38 1b. ‘
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2.1.1 Compressor

The four-stage, single-rotor axial compressor has an overall design pressure ratio of
2.82 and a sea-level-static design airflow of 1.554 lbm/sec at a (100-percent-rated) rotor
speed of 75,185 rpm. The compressor airflow is ducted directly from the compressor
discharge station to the exhaust nozzle, thereby bypassing the turbine (Fig. 1c).

2.1.2 Turbine

The single-stage turbine is driven by an external high-pressure air source. The single
compressor/turbine rotor is supported by forward and aft bidirectional bearings which
are lubricated by an external oil flow system (Fig. 2). To aid bearing seating and improve
rotor stability, a preset aft load of 55 Ibf is applied to the rotor during installation (Ref.
4). To maintain this negative loading during all operating conditions, the cavity aft of
the turbine is partially vented by the rotor thrust trim orifice in the mixer.

The high-pressure turbine drive air enters an annular manifold at a forward plane
of the simulator through a 0.66-in.-diam port perpendicular to the simulator centerline
(Figs. 1b and c¢). From the manifold, the air flows axially aft along the periphery of
the simulator through five, 0.25-in.-diam channels, then enters five sets of two radia! holes
(0.25- and 0.16-in.-diam) in each of five struts leading to the turbine drive air plenum
just upstream of the turbine nozzles (Fig. 1c). After passing axially through the turbine,
the air turns outward 90 deg through two elliptical passages (0.28 by 0.125 in. wide)
in the five struts to an annular manifold and then flows axially forward through five
pairs of similar channels around the simulator periphery to centerline through a
1.66-in.-diam port (Figs. 1b and c). A small amount (nominally 1 percent) of the turbine
discharge airflow is bled into the mixer (Fig. 1¢) to provide a rotor thrust balance pressure.
The bleed air is discharged axially through an orifice on the mixer centerline into the
compressor discharge airflow in the nozzle.

2.1.3 Mixers and Nozzles

A mixer assembly, located downstream of the turbine (Fig. 1¢), is designed to permit
turbine drive air to bleed and mix with the compressor airflow to obtain a desired
simulation of full-scale nozzle pressure ratio and nozzle flow function. The mixer designs
utilize radial and/or axial injection of air through choked orifices from a conical afterbody.
Three mixer configurations—a solid mixer (G.E. P/N 341), a dry mixer (G.E. P/N C-15948)
(Fig. 1d), and a reheat mixer (G.E. P/N C-16893)(Fig. 1e)-were used during the program.
All configurations incorporated a single axial rotor thrust trim orifice (0.185-in. ID).
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Two nozzle configurations were used during the program: a dry nozzle (G.E. P/N
D-16825)Fig. 1f) with a throat area of 3.120 in.2 and a reheat nozzle (G.E. P/N
D-16826)(Fig. 1g) with a throat area of 5.718 in.2. The dry nozzle, with the solid mixer
(motor mode), was used during initial testing. The dry and reheat nozzles, with the dry
and reheat mixer, respectively, were used to determine the dry and reheat compressor
maps, nozzle pressure and temperature distortion, and nozzle performance.

A nozzle extension section, approximately 3.75 in. in diameter (ID), was installed
between the mixer and the nozzle to provide additional mixer airflow and compressor
inlet airflow mixing length.

2.2 INSTALLATION
2.2.1 Engine Propulsion Simulator

The simulator and associated inlet assembly were secured to a thrust stand suspended
from the top of the test chamber located in the Propulsion Research Test Area (R-2C-4).
The engine propulsion simulator installation is shown in Fig. 3.

The simulator inlet assembly consists of a bellmouth with a 3:2 ratio elliptical inlet.
The compressor inlet air system is shown schematically in Fig. 3a. The system was capable
of supplying conditioned airflow up to 1.8 lbm/sec at the required compressor inlet pressure
(up to 16 psia) and temperature. Supply air temperature control was provided by a steam-air
heat exchanger which maintained the desired compressor inlet air temperature at 120 *
5°F. A critical-flow airflow-measuring venturi was used to measure the compressor inlet
airflow. An inlet air seal (Fig. 3b) between the bellmouth (which is mounted to the test
chamber) and the simulator prevented flow leakage.

AIr from the simulator exhaust nozzle was discharged from the test chamber through
a 6-in.-diam exhaust duct.

2.2.2 Turbine Drive Air System

The facility high-pressure turbine drive air system is shown schematically in Fig. 4.
The system was capable of supplying conditioned airflow up to 5.30 Ibm/sec at the required
turbine inlet pressure (up to 1,300 psia) and temperature. Supply air temperature control
was provided by a steam-air heat exchanger which maintained the desired turbine inlet
air temperature at 200 * 3°F. Critical-flow airflow-measuring venturis were used to measure
turbine drive and turbine drive bleed airflow. Emergency shutoff valves were included
" in the turbine drive air system (Fig. 4) to automatically shut off air to the turbine and
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simultaneously vent air from the turbine inlet manifold in the event critical operational
parameters exceeded prescribed levels (see Section 2.2.3).

2.2.3 Emergency Shutdown System

The emergency shutdown system was designed to rapidly unload the simulator by
shutting off the turbine drive air and venting the turbine drive inlet manifold to ambient
pressure (Fig. 4). The emergency shutdown system is comprised of two 1-in. solenoid
valves which are automatically operated upon reaching preset values of (1) bearing
temperature level or rate of rise, (2) rotor speed level or rate of rise, (3) turbine inlet
temperature and/or pressure level, or (4) vibration "g" level. The bearing temperature
controllers were equipped with contacts which close and activate the solenoid valve when
a preset bearing temperature level is exceeded. The speed shutdown system converts a
frequency signal from the General Electric-supplied speed pickup to an analog signal which
is used to activate the emergency shutoff valve solenoids. The turbine inlet shutdown
system is activated by contacts which close when a preset turbine inlet pressure or
temperature level is exceeded. The acceleration shutdown system is activated by a contact
contained within the accelerometer amplifier which closes when a preset "g" level is
exceeded.

When the emergency shutdown system is activated, the following valve operating
sequence occurs:

1. The turbine drive air' emergency shutoff valve is closed,
2. The turbine drive air emergency dump valve is opened, and
3. The turbine drive bypass valve is opened.

The turbine drive air safety valves operated full travel (open to closed or closed to
open) in 60 to 65 msec from application of the shutoff signal to the valve solenoid.
Turbine inlet pressure decayed to ambient conditions in approximately 0.5 sec when the
valves were activated at rated compressor rotor speed of 75,185 rpm and at a turbine
inlet pressure of 760 psia (Ref. 3).

2.24 Simulator Control Console

A simulator control console, supplied by General Electric and described in detail
in Ref. 5, was used during this test program to control and monitor the critical operating
parameters of the simulator. The control console, shown in Fig. 5, was designed as a
rotor speed control device to remotely control two engine propulsion simulators
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simultaneously or independently in a wind tunnel or other test facility. The console panel
is divided into two sections for operation of two simulators. Each panel contains controls
and annunciators common to the system operation. The console controls a separate
hydraulic supply system which positions the turbine drive air inlet and bleed control valves
and thereby sets simulator rotor speed (rpm). The console has a feedback design such
that a selected simulator rotor speed is maintained. Provisions are incorporated into the
console to operate the simulator in one of three modes: a manual mode, which does
not have a speed (rpm) feedback control; an analog mode, which permits continuous
variations of speed; and a digital mode, which has a feedback speed control, thus
maintaining a selected speed. Provisions are also incorporated for acceleration and
deceleration of the simulator from one speed level to another desired speed at a rate
of up to 10,000 rpm/sec. The console also monitors the critical operating parameters of
the simulator and provides automatic simulator shutdown protection in case preset limits
of rotor overspeed, bearing temperatures, bearing temperature rate of rise, vibration "g"
level, turbine drive air inlet pressure, or turbine drive air inlet temperature are exceeded
or there is a loss in hydraulic pressure to the control valves.

225 Lube Oil

A continuous flow of MIL-L-23699 lube oil was supplied to the simulator front and
rear bearings by a two-channel mini-pump oil system (Fig. 2a). Flow rates to the front
and rear bearings main oil systems were- nominally 23 and 20 cc/hr, respectively. The
oil scavange system (Fig. 2a) supplied an electronic signal which monitored the oil scavange
to ensure lubrication of the bearings.

2.3 INSTRUMENTATION

Instrumentation was provided to measure engine propulsion simulator aerodynamic
pressures and temperatures, rotor speed, thrust, and other simulator and test cell system
parameters as required for proper and safe operation of the engine simulator. Pressure
and temperature sensors for the simulator were located at the stations shown in Fig. 6a.
Diagrams showing the number and type of instrumentation installed at each station are
shown in Fig. 6b.

Steady-state aerodynamic pressures were measured with strain-gage-type transducers,
and temperatures were measured with Chromel ®-Alumel® (CA), Iron-Constantan (IC), or
Copper-Constantan (CC) thermocouples. The millivolt outputs of the transducers were
recorded on magnetic tape usihg a high-speed analog-to-digital data acquisition system and
converted to engineering units and calculated performance parameters by a high-speed
digital computer. Selected channels of pressure, temperature, acceleration, and vibration
were displayed in the control room for monitoring and manual recording.
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Engine rotor speed was measured with a variable-reluctance magnetic pickup whose
output signals were converted from a frequency-to-analog signal and then recorded on
an analog-to-digital data acquisition system. Speed was also displayed in the control room
on variable-time-base electronic counters.

Magnetic tape in the frequency modulation mode was used to record transient engine
simulator performance. Transient aerodynamic pressures were measured throughout the
engine with close-coupled strain-gage-type transducers.

High-response static pressure instrumentation consisted of four piezoelectric pressure
transducers, two each located at the compressor inlet (station 2) and discharge (station
13) to detect high-frequency pressure fluctuations occurring during compressor surge
conditions. These data were recorded in the frequency modulation mode on magnetic
tape and visually displayed on oscilloscopes in the control room.

The instrumentation ranges, measurement and recording methods, and an estimate
of the steady-state measurement uncertainties are presented in Table 1.

24 CALIBRATION

All transducer and system calibrations performed during this test are traceable to
the National Bureau of Standards (NBS). Each link in the traceability chain to the NBS
is maintained and documented by the AEDC Standards Laboratory (Ref. 6).

The aerodynamic pressure measurement transducers utilized in the Automatic Multiple
Pressure Scanning (AMPS) System (Table 1), as well as other pressure transducers, were
pretest calibrated in the Standards Laboratory. Before and after each test period, these
transducer systems were calibrated by an electrical, four-step calibration, using precision
resistors in the transducer circuits to simulate selected pressure levels.

Calibration data for the piezoelectric pressure transducers were provided by the
manufacturer.

Lubrication oil flow level was measured by a capacitance-type liquid level gage, and
the lube oil flow rate was calculated.

The temperature transducers (thermocouples) were fabricated from wire conforming
to Instrument Society of America Specifications. Before and after each test period, known
millivolt levels were applied to each temperature recording system, and the corresponding
temperature equivalents were obtained from 150°F reference tables based on the NBS
temperature versus millivolt tables. Nonlinearity in the thermocouple characteristics was
accounted for in the data reduction program.

10
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The vibration transducers were calibrated in the Standards Laboratory to establish
their displacement versus voltage output relationship. Before and after each test period,
the vibration recording systems were calibrated by applying known voltage input levels
measured with a calibrated voltmeter.

'The thrust measuring system was in-place calibrated by applying to the thrust stand
force levels which were measured with force transducers (load cells) calibrated in the
Standards Laboratory. During the in-place calibration, resistance shunt equivalent forces
for the data load cell were determined. Before and after each test period, multiple step
resistance shunt calibrations were performed to calibrate each recording channel of the
measuring system.

The rotor speed measuring system transducer (variable-reluctance magnetic pickup)
characteristics of rotational speed versus frequency were supplied by the General Electric
Co. Before and after each test period, the speed recording systems were calibrated by
applying known frequency input levels from a calibrated frequency generator.

3.0 PROCEDURE
3.1 TEST CONDITIONS

Compressor mapping was conducted at compressor inlet pressures of 7, 12, and 16
psia. The compressor inlet total temperature was maintained constant (120 * 5°F) over
the entire compressor inlet airflow range (0.35 to 1.70 lbm/sec). The compressor inlet
air system was designed and fabricated by AEDC personnel. The simulator exhausted to
a test chamber pressure of 7, 12, and 14.2 psia for compressor inlet pressures of 7, 12,
and 16 psia, respectively.

Nozzle performance testing was conducted at the following simulated flight
conditions:

Mach Number Altitude, ft
0.6 : 12,700
0.8 21,400
0.9 24,800
1.2 34,200
1.5 43,700

11
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Simulated flight conditions were set as follows:

1. The test cell pressure (Poymp) was reduced to set the required altitude.

2. The compressor inlet total temperature (T5) was maintained constant (120
t 5°F).

3. The compressor inlet pressure (P2) was increased to set the required Mach
number. :

Turbine drive air was supplied to the turbine drive manifold at a pressure {up to
1,800 psia) required to set the desired rotor speed. The turbine drive air temperature
was controlled to 200 t 3°F.

3.2 SIMULATOR OPERATING LIMITS

The following simulator maximum operating limits, established by the General Electric
Company (Ref. 3), were observed during all simulator operation:

Compressor Inlet Pressure

Compressor Inlet Temperature
Compressor Discharge Pressure
Compressor Discharge Temperature

Turbine Inlet Pressure

Turbine Inlet Temperature

Turbine Exit Pressure
Mixer Entrance Pressure

Forward Bearing Temperature

Aft Bearing Temperature

Bearing Temperature Rate of Rise

Vibration
Speed

3.3 TEST PROCEDURE

16 psia

180°F

55 psia

S00°F

1,500 psia
250°F

650 psia

650 psia
250°F

225°F
3.0°F/sec
(during steady-
state operation)
6¢g's

86,000 rpm

The desired rotor speed is set by partially opening the turbine drive inlet air control
valve with the turbine drive air bleed valve in the full open position.
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The procedure used to determine the dry and reheat compressor maps was to obtain
steady-state data on the minimum operating line at various corrected compressor inlet
airflow rates with the turbine drive air bleed valve in the full open position. The turbine
drive air bleed valve was then partially closed to back pressure the mixer cavity, while
maintaining a constant corrected rotor speed, to inbleed airflow through the choked mixer
orifices into the nozzle to mix with the compressor airflow, Steady-state data were obtained
at several points while increasing the mixer inbleed airflow rate, loading the compressor
toward its surge line. This procedure was continued until any of the following occurred:
(1) the turbine drive air bleed valve was in the full closed position, (2) the mixer entrance
pressure limit was reached, or (3) incipient compressor surge was detected. Incipient
compressor surge was determined by monitoring the compressor inlet (PS; ) and compressor
exit (PS;3) high-response static pressure instrumentation for a rapid increase in pressure
fluctuations as typically shown in Fig. 7. When incipient compressor surge was indicated,
the compressor loading was decreased by opening the turbine drive air bleed valve. A
steady-state data point was recorded near the incipient compressor surge line to obtain
the maximum operating line.

Nozzle performance test conditions were set according to the desired altitude and
Mach number. Then the turbine drive air inlet control was opened to set the desired
corrected compressor inlet airflow, and the turbine drive air bleed valve was closed to
set the desired compressor pressure ratio. When all conditions were stable, a steady-state
data point was recorded.

3.4 CALCULATIONS

The methods used to calculate steady-state parameters are presented in Appendix
A.

4.0 RESULTS AND DISCUSSION

An investigation was conducted on an engine propulsion simulator to (1) determine
the compressor operating maps at compressor inlet total pressures of 7, 12, and 16 psia at an
inlet total temperature of 120°F with both dry and reheat mixer/nozzle configurations,
(2) determine the dry and reheat nozzle entrance total pressure and temperature distortion
with the anti-distortion screens installed upstream of the nozzle, and (3) determine nozzle
airflow and nozzle thrust flow coefficients at simulated altitude/Mach number flight
conditions of 12,700/0.6, 21,400/0.8, 24,800/0.9, 34,200/1.2, and 43,700/1.5 with both
mixer/nozzle configurations.

The simulator was operated at corrected rotor speeds ranging from approximately
34,000 to 83,000 rpm, Rated rotor speed at sea-level-static conditions was 75,185 rpm.

13
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The compressor maps and the airflow and thrust characteristics with the dry and
reheat nozzle configurations are presented and compared with predicted performance (Ref.
4). Also presented are the nozzle entrance total pressure and temperature distortions.

4.1 COMPRESSOR MAPPING

The minimum operating lines (Py3/P; versus WAz\[ﬂ_glsz) of the dry and reheat
configuration were obtained by operating with the turbine drive bleed valve in the full
open position, providing minimum turbine bleed airflow through the mixer orifices into
the nozzle. The maximum operating line was obtained by closing the turbine drive bleed
valve to increase airflow through the mixer orifices into the nozzle, loading the compressor,
while maintaining constant corrected rotor speed. High-response compressor inlet (PS))
and compressor exit (PS; 3) static pressure instrumentation was used to indicate incipient
compressor surge. Incipient compressor surge was indicated with the dry mixer/nozzle
configuration. The maximum operating line for the reheat mixer/nozzle configuration was
obtained by closing the bleed until any of the following occurred: (1) the bleed valve
was in the full closed position, (2) the compressor pressure ratio was within 5 percent
of the surge line value determined during compressor mapping in the dry configuration,
or (3) the mixer entrance pressure limit (P57 = 650 psia) was reached.

4.1.1 Dry Configuration

The simulator compressor maps with the dry nozzle configuration are shown in Fig.
8 for compressor inlet pressures of 7, 12, and 16 psia at an inlet temperature of 120°F.
For an inlet total pressure of 7 psia and a constant corrected airflow of 1.60 Ibm/sec
(predicted airflow at rated speed), the compressor pressure ratio increased from 2.68 (5.6
percent lower than predicted) on the minimum operating line (Fig. 8a) to 3.28 (as
predicted) at the surge line, resulting in a stability margin of 22.4 percent.

The stability margin at a constant corrected compressor inlet airflow of 1.60 Ibm/sec
was 23.4 and 25.9 percent for compressor inlet pressures of 12 (Fig. 8b) and 16 (Fig.
8c) psia, respectively. This increase in stability margin as inlet pressure increased from
7 to 16 psia is attributed to the effect of Reynolds number index (Ref. 2).

4.1.2 Reheat Configuration

The simulator compressor maps with the reheat nozzle configuration are shown in
Fig. 9 for compressor inlet pressures of 7, 12, and 16 psia at an inlet temperature of
120°F. For an inlet pressure of 7 psia and a constant corrected airflow of 1.60 Ibm/sec,
the compressor pressure ratio ranged from 2.09 (4.1 percent lower than predicted) to
3.28 (determined during compressor mapping with the dry nozzle configuration) at the
surge line, resulting in a stability margin of 56.9 percent.

14



AEDC-TR-76-786

The stability margin at a constant corrected compressor inlet airflow of 1.60 lbm/sec
was 58.1 percent for a compressor inlet pressure of 12 psia (Fig. 9b). This increase in
stability margin as inlet pressure increased from 7 to 12 psia is attributed to the effect
of Reynolds number index (Ref. 2).

Since the compressor surge line is not a function of mixer/nozzle configuration, the
surge line determined in the dry configuration was not repeated in the reheat configuration.
For corrected rotor speeds below 70 percent, the mixer airflow limit was reached (turbine
bleed valve full closed) prior to obtaining the surge pressure ratio. This operating limit
is presented and compared to that predicted in Fig. 9. At an inlet pressure of 16 psia
(Fig. 9¢) for corrected rotor speeds above approximately 85 percent, the mixer entrance
pressure limit (650 psia) was reached prior to obtaining the surge pressure ratio. This
operating limit is presented and compared to that predicted in Fig. 9c.

42 NOZZLE PRESSURE AND TEMPERATURE DISTORTION

The dry and reheat nozzle entrance pressure and temperature distortion, (MAX -
MIN)/AVG), as a function of corrected compressor airflow are presented in Fig. 10. The
dry nozzle entrance pressure distortion was less than 2.0 percent for all values of corrected
compressor airflow (Fig. 10a). For a constant corrected compressor airflow of 1.60 Ibm/sec,
the dry nozzle entrance temperature distortion increased from 27.8 percent on the
minimum compressor operating line to 33.5 percent near the compressor surge line (Fig.
10a).

For a constant corrected compressor airflow of 1.60 Ibm/sec, the reheat nozzle
entrance pressure distortion decreased from 9.5 percent on the minimum compressor
operating line to 1.5 percent near the compressor surge line. The reheat nozzle entrance
temperature distortion decreased from 35.1 percent on the minimum compressor operating
line to 18.1 percent near the compressor surge line (Fig. 10b).

43 NOZZLE PERFORMANCE

In compliance with General Electric Test Plan (Ref. 4), nozzle performance was
obtained along the nominal dry and reheat compressor operating lines (Fig. 11) at the
following simulated flight conditions:

Mach Number Altitude, ft
0.6 12,700
0.8 21,400
0.9 24,800
1.2 34,200
1.5 43,700

15



AEDC-TR-76-76

The dry and reheat nozzle thrust and nozzle flow coefficients are compared with
predicted values in Fig. 12 as a function of nozzle pressure ratio and simulated flight
Mach number. At nozzle pressure ratios above 3.0, the indicated dry nozzle thrust
coefficient (Fig. 12a) ranged from approximately 0.97 to 1.01 and was from 0.8 to 1.5
percent higher than predicted. The average dry nozzle flow coefficient (Fig. 12a) was
0.948 (0.6 percent higher than the predicted value of 0.942) over the range of nozzle
pressure ratios investigated.

The reheat nozzle thrust coefficient is shown in Fig. 12b. For nozzle pressure ratios
above 3.0, the indicated nozzle thrust coefficient ranged from approximately 0.98 to 1.02
and was from 4.1 to 3.1 percent higher than predicted. The average reheat nozzle flow
coefficient (Fig. 12b) was 0.987 (0.7 percent higher than the predicted value of 0.980)
over the range of nozzle pressure ratios investigated.

44 OPERATIONAL EXPERIENCES

After eight hours and three minutes of simulator powered time in the motor mode
(solid mixer and dry nozzle), the nozzle entrance honeycomb flow straightener failed.
The flow straightener was removed and testing to map the compressor performance was
initiated.

After thirty hours and fifty-five minutes of powered time, the reheat mixer became
detached from the simulator. The reheat nozzle entrance anti-distortion screens and the
reheat nozzle entrance pressure/temperature rake were destroyed. A mixer retainer was
installed to hold the mixer in place. New anti-distortion screens and a new
pressure/temperature rake were installed in the reheat nozzle, and testing was resumed.

Thirty-nine hours and six minutes of powered time were accumulated on the simulator
during this test program.

5.0 SUMMARY OF RESULTS

A test program was conducted on an engine propulsion simulator to (1) determine
the compressor maps at inlet pressures of 7, 12, and 16 psia at an inlet temperature
of 120°F with both dry and reheat mixer/nozzle configurations, (2) determine the dry
and reheat nozzle entrance pressure and temperature distortion, and (3) determine nozzle
airflow and thrust characteristics at simulated altitude/Mach number flight conditions of
12,700/0.6, 21,400/0.8, 24,800/0.9, 34,200/1.2, and 43,700/1.5 with both mixer/nozzle
configurations. The test results are summarized as follows:
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5.1 COMPRESSOR MAPPING
5.1.1 Dry Configuration

At an inlet pressure of 7 psia, inlet temperature of 120°F, and corrected airflow
of 1.60 lbm/sec, the compressor pressure ratio increased from 2.68 (5.6 percent lower
than predicted) on the minimum operating line to 3.28 (as predicted) at the surge line,
resulting in a stability margin of 22.4 percent.

The stability margin at a corrected compressor inlet airflow of 1.60 Ibm/sec was
23.4 and 25.5 percent for compressor inlet pressures of 12 and 16 psia, respectively.

5.1.2 Reheat Configuration

At an inlet pressure of 7 psia, inlet temperature of 120°F, and corrected airflow
of 1.60 lbm/sec, the compressor pressure ratio increased from 2.09 (4.1 percent lower
than predicted) on the minimum operating line to 3.28 (determined during compressor
mapping with the dry mixer/nozzle configuration) at the surge line, resulting in a stability
margin of 56.9 percent.

The stability margin at a corrected compressor inlet airflow of 1.60 lbm/sec was
58.1 percent for a compressor inlet pressure of 12 psia.

5.2 NOZZLE TEMPERATURE AND PRESSURE DISTORTION
5.2.1 Dry Configuration

For a constant corrected compressor airflow of 1.60 lbm/sec, the nozzle entrance
temperature distortion increased from 27.8 percent on the minimum compressor operating
line to 33.5 percent near the compressor surge line. The nozzle entrance pressure distortion
was less than 2.0 percent over the range of corrected compressor airflows investigated.

5.2.2 Reheat Configuration

For a constant corrected compressor airflow of 1.60 lbm/sec, the nozzle entrance
temperature distortion decreased from 35.1 percent on the minimum compressor operating
line to 18.1 percent near the compressor surge line, and the nozzle pressure distortion
decreased from 9.5 percent on the minimum compressor operating to 1.5 percent near
the compressor surge line.

17
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53 NOZZLE PERFORMANCE
5.3.1 Nozzle Thrust Coefficient

For nozzle pressure ratios above 3.0, the dry nozzle thrust coefficient ranged from
0.97 to 1.01 and was from 0.8 to 1.5 percent higher than predicted. The reheat nozzle
thrust coefficient ranged from 0.98 to 1.02 and was from 4.1 to 3.1 percent higher than
predicted.

5.3.2 Nozzle Flow Coefficient

The dry nozzle flow coefficient was 0.948 (0.6 percent higher than predicted) and
the reheat nozzle flow coefficient was 0.987 (0.7 percent higher than predicted) over
the range of nozzle pressure ratios investigated.

54 OPERATIONAL EXPERIENCES

After eight hours and three minutes of simulator powered time in the motor mode,
the nozzle entrance honeycomb flow straightener failed. The flow straightener was removed,
and testing to map the compressor performance was initiated.

After thirty hours and fifty-five minutes of powered time, the reheat mixer became
detached from the simulator. The reheat nozzle entrance anti-distortion screens and the
reheat nozzle entrance pressure/temperature rake were destroyed. A new mixer with a
retainer, new anti-distortion screens, and a new pressure/temperature rake were installed
and testing was resumed.

Thirty-nine hours and six minutes of powered time were accumulated on the simulator
during this test program.
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Figure 1. Continued.
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c. Cross-sectional schematic
Figure 1. Continued.
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Axial Thrust Trim Orifice
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d. Dry mixer
Figure 1. Continued.
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e. Reheat mixer
Figure 1. Continued.
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g. Reheat nozzle
Figure 1. Continued.
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Figure 1. Concluded.
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b. Oil scavenge system
Figure 2. Concluded.
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a. Cross-sectional schematic
Figure 3. Propulsion simulator test installation in Propulsion Research Area (R-2C-4).
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Station 1 Pressure Rakes
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b. Details of simulator inlet
Figure 3. Concluded.
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SYMBOLS :

DG valve

® Pressure (P)

X Temperature {T)
pDS Supply
Pyyp Turbine Drive Venturi
Pyrp Turbine Drive Venturi
Ppy Drive Manifold
Ppu Bleed Manifold
Pyip Turbine Bleed Venturi
Pyrg Turbine Bleed Venturi
PsL, Steamline
PpL Downstream Dump
Tps  Supply
Tpv Turbine Drive Venturi
Tpy Drive Manifold
Tpy Bleed Manifold
Tgy Turbine Bleed Venturi
Tpy  Downstream Dump
Fs dcale Force
Note: All pressures are wall static.

Inlet

Throat

Inlet

Throat

Air In
0 to 4,000
psig

25 u
Filter Ppg

Heat
Exchanger

Supply

Steam Trap

10 4 Filter

Control

Turbine Drive Venturi
(Airflow Meter)

Relief (2,100 psig)

—t

K-

Figure 4. Schematic of turbine drive air system.
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a. Station location
Figure 6. Propulsion simulator instrumentation.
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sym
. Wall Static Pressure
[ ] Dyramic Static Pressure
o Tota] Pressure P
A Tolal Temperature o5
o . id
me - - %°
262085'
118°%5'
18P 190°85' 18P
Station 1, Belimouth, Located 4 15-In Statlon 2, Comprassor Inlet, Located
Downstream of Bellmouth Iniet Ptana QL &-in. Upstream of First Rotor Stage
e ¢ 2015 P
3280
e f 1
a8%' :
0 90° e - «°
108°
1P 18P
Statlon 13, Compressar Discharge

Station 4, Turbine | nlet

b. Instrumentation details (looking upstream)
Figure 6. Continued.
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Sym
° Static Pressure
o Total Pressure
A Total Tamperature ®
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Station 7, Nozze [niet, Located 2. 90-In. (Dry Nozzle) and Statlon 0, Nozzle Exit
3.0-In. {Reheat Nozzie! Upstream of the Nozzle Throat

b. Concluded
Figure 6. Concluded.
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Figure 7, Typical transient pressures during incipient compressor surge.
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